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Ventilbetatigungsmechanismus fur eine Verbrennungskraftmaschine 

Zur optimalen Ausnuttung der Im Kraftstoff enthaltenen 
Ener 9 ie wahrend aller Betrtebsxustande einer Ve*ran- 
nungskraftmaschine wird diesa mh einem Ventilbrtatf- 
gunlsmechanismus aoagestattat. der as 
Ladungswochsel steuemden Organe wlo «. B. Ventile opti- 
mal fur jeden beliebigen Betriebszustand zu betatigen. 
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Patentansprflche 



1. Ventilbetatigimgsmechanismus fOr eine Verbren- 
nungskraf tmaschine mit mindestens einer Zylinder/ 
Kolben-Eihheit, mit mindestens. einem. AuslaB und 5 
den jewefflgen Zu- und Abfflhrsystemen fflr das 
Arbeitsmedium, gekennzeichnet durch eine An- 
ordnung zur wahlweisen und geregelten Anderung 
des Betriebes des Einlasses und/oder des Auslasses, 
wobei die Anordnung wenigstens ein veranderli- 10 
ches Parameter in Form eines Kennfeldes oder ei- 
ner Kennlinie aufweist, das oder die beiiebig kom- 
binierbarsind. 

2. VentUbetatigungsmechanismus nach Ansprucn 1, 
dadurch gekennzeichnet, daB das oder die Parame- 15 
ter oszillierenden, rotierenden oder linearbewegten 
Charakters ausgefflhrt sein kdnnea 

3 Ventilbetatigungsmechanismus nach Ansprucn 1, 
dadurch gekennzeichnet, daB die Bewegung des 
oder der Parameter fiber die Bedienungselemente 20 
der Maschine manuell von Hand und/oder auch 
automatisch mechanisch oder rechnergesteuert er- 

4°Ventilbetatigungsmechanismus fur eine Verbren- 
nungskraftmaschine nach Anspruch 1, dadurch ge- 25 
kennzeichnet, daB der Motor in einem Kraftfahr- 
zeug installiert sein kann und daB die Bewegungen 
des einen oder der Parameter durch ein mit der 
Bremse des Kraftfahrzeuges zusammenwirkendes 
Gestangeausgelostwerden. 30 

5. Ventilbetatigungsmechanismus, insbesondere 
zur Verwendung mit einem Motor nach einem der 
vorhergehenden Anspruche, dadurch gekennzeich- 
net, daB das oder die Teile des Systems seine oder 
ihre Position zwischen seiner oder ihrer Fuhrung 35 
und den zur Erzeugung der jeweils gewunschten 
Ventilbewegung notwendigen Abtastfiachen an 
den VentUen und den Nocken verandern kann oder 
kdnnen. Diese Positionierung kann durch Schwen- 
ken und/oder Drehen des Systems oder von Teilen 40 
des Systems hervorgeruf en werdea 

6. Ventilbetatigungsmechanismus, insbesondere 
zur Verwendung mit einem Motor nach einem der 
vorhergehenden Ansprflche, dadurch gekennzeich- 
net, dafl das System zur Erzeugung der gewtinsch- 45 
ten Ventilbewegung exzentrische oder ahnlich ge- 
formte Abtastflachen und/oder bewegungsflbertra- 
gende Eleraente besitzt, die beiiebig zur Erzeugung 
der jeweils gewunschten Ventilbewegung herange- 
zogen werden kdnnea % 50 

7. Ventilbetatigungsmechanismus, insbesondere 
ziir Verwendung mit einem Motor nach einem der 
vorhergehenden Anspruche, dadurch gekennzeich- 
net, daB der Mechanismus mit mindestens einem 
Gelenk oder einer speziellen Formausgestattet ist,. 55 
die es dem System mdglich macht, die an dem oder 
den Parametern erzeugte Bewegung in eine ge- 
wOnschte ventiltypische Bewegung umzusetzea 

8.. Ventilbetatigungsmechanismus, insbesondere 
zur Verwendung mit einem Motor nach einem der 60 
vorhergehenden Ansprflche, dadurcn gekennzeich- 
net, daB das System es ermdgiicht, die Drack- 
schwingungen des Arbeitsmediums fiber den ge- 
samten Drehzahl- und Lastbereich durch ideale 
Ventilhfibe und angepaflte Ventilsteuerzeiten opti- 65 
mal zu nutzea 

9. Ventilbetatigungsmechanismus, insbesondere 
zur Verwendung mit einem Motor nach einem der 



vorhergehenden AnsprQche, dadurch gekennzeich- 
net, daB das System es ermdgiicht, den Motor mit 
Magergemischkonzepten betreiben zu kdnnen. 
10. Ventilbetatigungsmechanismus, insbesondere 
zur Verwendung mit einem Motor nach einem der 



net, daB die Bewegung des oder der Parameter in 
Abhangigkeit von der Motordrehzahl von Hand 
und/oder automatisch geregeh wird 

11. Ventilbetatigungsmechanismus, insbesondere 
zur Verwendung mit einem Motor nach einem der 
vorhergehenden Ansprflche, dadurch gekennzeich- 
net, daB die Bewegung des oder der Parameter in 
Abhangigkeit von der Motorbetriebslast von 
Hand/oder automatisch geregeh wird 

12. Ventilbetatigungsmechanismus, insbesondere 
zur Verwendung mh einem Motor nach einem der 
vorhergehenden Ansprflche, dadurch gekennzeich- 
net, daB dieser Motor eine Verbrennungskraftma- 
schine ist und das System zur Regelung der Zusam- 
mensetzung der AuslaBgase herangezogen werden 
kann. 

13. Ventilbetatigungsmechanismus, insbesondere 
zur Verwendung mit einem Motor nach einem der 
vorhergehenden Ansprflche, dadurch gekennzeich- 
net daB es sich bei dem verwendeten Motor urn 
eine Verbrennungskraftmaschine handelt und das 
System dem verbesserten Verbrennen verschiede- 
nerKraftstoffedient m 

14. Ventilbetatigungsmechanismus, insbesondere 
zur Verwendung mit einem Motor nach einem der 
vorhergehenden Ansprflche, dadurch gekennzeich- 
net, daB das System es ermdgiicht, einen Teil des 
sich bereits im Brennraum des Motors befindenden 
Arbeitsmediums beim Kompressionstakt durch 
den zum oberen Totpunkt strebenden Kolben wie- 
der zurflck in das Zufflhrsystem des Arbeitsme- 
diums zu pressea 

15. Ventilbetatigungsmechanismus, msbesondere 
zur Verwendung mit einem Motor nach einem der 
vorhergehenden Ansprflche, dadurch gekennzeich- 
net, daB die Anordnung auch dazu verwendet wird, 
um den Motor zu bremsea 

16. Ventilbetatigungsmechanismus, inbesondere 
zur Verwendung mit einem Motor nach einem der 
vorhergehenden Ansprflche, dadurch gekennzeich- 
net, daB das System zum Variieren des wirksamen 
Kompressionsverhaltnisses des Motors verwendet 

lZ^entilbetatigungsmechanismus, insbesondere 
zur Verwendung mit einem Motor nach einem der 
vorhergehenden Ansprflche, dadurch gekennzeich- 
net, daB das System zum Variieren der wirksamen 
Kapazitat des Motors dient . 

18. Ventilbetatigungsmechanismus, insbesondere 
zur Verwendung mit einem Motor nach einem der 
vorhergehenden Ansprflche, dadurch gekennzeich- 
net, daB das System zum verbesserten Starten des 
Motors verwendet wird. ■ 

19. Ventilbetatigungsmechanismus, insbesondere 
zur Verwendung mit einem Motor nach einem der 
vorhergehenden Ansprflche, dadurch gekennzeich- 
net, daB der EinlaB und der AuslaB jeweils aus ei- 
nem oder mehreren Ventilen gebildet werden und 
daB das System die Dauer und den zeitlichen Ab- 
lauf der Ventildffnung variiert 

20. Ventilbetatigungsmechanismus, insbesondere 
zur Verwendung mit einem Motor nach einem der 
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mehreren VenUlen gebuaet weraen udu^ u» andem. wobei diesc Andenmg meistens mcht 

nach einem anderen fflr Ven^iel wditigra Fak mg™™ ^ Weiterb ildung der Erfindung 

=5ri35ttSsa55 ■ 

net, daB zur HersteUung des Betne^on umge- ^Sriichkeit der Herabsetzung der effektiven KapazhSt 

net, daB da* .System JYSS^wEEE S o^imLe Ventilf msteDungen unter alien 

zylindermotor emzelne Brtriebsbedmgungen ermSglichen wflrde, wodurch eine 

Verringerung der wirksamen Kapazitat abzuschal JJJ^erte Wirksamkeit pro Volumen und folglich eine 
ten. bessere Kraftstoffausnutzung und/oder Obereinstim- 

Beschreibune 30 mung mit den geforderten Abgasmissionswerten unter 

Beschremung verschiedenen Betriebsbedingungen erreicht werden. 

nismus fflr eine Ver brennungskraftrnaschm. nut mmde- zur ^JJJSS schaffen. Dteletrifft z. B. 2-Taktmo- 
stens einer Zylinder/Kolbeneinhert mrt nndottna- 2 J^J™^ yon Ventilcn m Zy Knderkopf oder 
nem EinlaB, mindestens einem AuslaB und I den ewed- 35 ^rzS^Snmi gebildet wird Die Wirksamkeit 
gen Zu- und AbfOhrungssystemen fur das Arbe,tsmed,- m ^jjjjgj^ hangt in betrachtlichem MaBe 

zeiten und/oder VentilhOben zu habea M.t tntm m t ^J^^fifSS^J jidungsbestandteile 
einem derartigen Syste* '^gerOrteten Motor wnxi e.- 40 J^^f^ ™ hrend der Verbrennung verteilt sind. 

ne ganze Reihe von VorteUen erzieu. „ rcinnr | 5ne verbesserun* in der Fullungszusammensetzungs- 

BnMotormitsteuerbarem^ JSS2S!d3taJ» ^VerbSngen in der mecha- 
verhaltnbermdglichtdie Ander^gderVerhatoKebe SSwSSmWt und folglich zur Kraf tstoff einspa- 
kaltemMotoroderbeiStortendesMotors > wodurchto i d^Serte mechanische und thermo- 

Starten einfacher wird. Die Art und We ^ ™? <^ o ^ « SSnS wKmkdTdtr erfindungsgemaB ausge- 

spielsweise wflrde bei einem vorverdichteten oder tur- dung gj-^ Weiterbadun g der Erfindung soil es mit 
^r^^^rZ^t so demMpSS se* vefscniedene Kraftstoff e zu 
den Mangel an Udedruck infolge d?^^ 0 ^" ^eAufeabe der Erfindung wiro durch eine Verbren- 
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solchen Motoren mit Krafmoffeinspritzung. Die Erfin- vorgeseheaen Vgtib, wk «wa £^ 

dung bezieht ich auch auf SuBere Verbrennungskraft- laByenbl . Ene ^^f^ 6 itlSSSaSStSt 

Zy Sl!Ter Sdung wird das wirksame Kompr^kms- SchbeBen des EmlaBven^bis 

verhaltnis und/oder die wirksame KapazhM durch Dauer des K^pres^i^^ erf^ea W^to 

wahlweises und eesteuertes Ablassen eines Teils der lassen durch das zwerte Offnen desEmlaB- Oder AusiaB- 

Sdh terXs ^^uSSeyltoderkopf befindlichen , 5 ventD. erfclgt kann die zwehe O^g*"?^ " 

Frtechkdung Oder durch Beschranken oder Fordern des gewablt werden, daB ^ S 

Sadungsstromes erreicht, wobei die erfindungsge- posidvenund negaOven Dreckwellen. in den Em- und 

A^mXTB^rl^imt eriautert, bei denen 20 wirksamen Kompress^nsverhalunsses und der Kapaa- 

rune des Einlasses und/oder Auslasses andererseits. 25 wird . - 

aSt2S^«rf/od*A«tai B »died««h Das H-fff^ 

^in P „ variablen Venultakt und variable Vent Isteue- ich in der Erfindung verwirkkcht sehe, nchtet srch aui 

rungszeit errSchl weX liefert eine wirksame Ande- den Gedanken. daB es bei der 

Men« an Frischladung angesaugt wird. Diese Menge 35 schmalen Bereichen ihrer Betnebsspektren. AuBerhalb 

£dfcil£^S&«^«ufd£Meider ,0 gewunschten Weise ausfOhren ^nnea No^nAg- 

S35?SS5« Ladung unter einer normalen keiten fur gezwungenermaBen erhShten ' Kratettge^ 

odef7ewflnSnsfandard- oderoptimalen Arbeitsbe- branch waren z. B. Vollastanreicherung des Gvw&c* 

oaergewun^iucjioiouwoivi £ v . K . k p ; Vnll^as oder hohen Lasten, um das motorzerstoren- 

di K 6 n iLT " P dTsett^entoS^»8.<»«Ktepfenim 

mehrLadune von beispielsweise 800 cm 3 . Diese Utsach- spncht • _r u.u.n ».„ „.,,* 

EuK werden hier als Hubraum oder effekti- Ebenso kann das Hochgesch^wmdigkertsklopfen auch 

vTKao^tTt SchnetWenn der oben beschriebene durch Gernischanreicherung, die ebenfalls verbrauchs- 

^SS^S^SMZia im oberen Totpunkt- 55 fardernd ist, unterbunden werden. 

Sum des Kompressionstaktes von 50 cm 3 hat, dann zwei Beispielen wird ersichtbch. daB 

hat derMotor ein geometrisches Verdichtungsverhalt- Motoren nicht m der von umen geforderten Art und 

IS von 11 1 E?isf erkennbar, daB die beiden obigen Weise 6kononuschrmtihrenl^tstoffenyerfahren. 

Xspfele em wirtSdS oder effektives Kompressions- Ebenso verfahren konventionel e Motorenbe. der 

ve hEs von 10 : 1 bzw. 17 : 1 aufweisen. GemaB der eo Erzeugung ihres Drehmomentverlaufs^ 

Erfindung wird vorgeschlagen, dieses effektive Kom- mentverlauf ernes Motors kann in etwa die speztfische 

preSnleStnis wSUeL und gesteuert durch Ab- Verbrauchskurve abgenommer 'werde^d, mm m etwa 

fasten eines.Teib der bereits angesaugten Udung wah- indirekt proportional zur ^ omen *^f lr *! s r " l 2; 

end des Kompressionstaktes zu variierea Es ist er- Ein Motor eines PkWs der I^oben^ l^tteMdass tmt 

kennbar daB bei Ablassen von 50 cm 3 im Fall des oben- 55 z.B. sechs Zyhndern und einem GesamUiuraum von 

S ^atttrBch ansaugenden Motors nur 400 cm 3 3000 cm 3 erzeugt t&n ^«fDrchmom rat be. 

Sg l AusfOhren der Arbeit verbleiben, was eine einer mitUeren Drenzahl. z. * ft «^**SJ 

Verminderung des wirksamen Kompressionsverhatnis- und unterhalb dieser Drehzahl ffiUt das Drehmoment 
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' . . vjr; , _,_ vnm pahrer ee- neuten Fulhing mit Frischladung, <fie sich vennindert 

mehr oder weniger ab. WW nm J°™ *-^ 5) f£ oder ear nicht mit Restabgas mischtgenutzt werden. 

gimgOTectonomus so •"•"■"jfjr; erStedeneii zulegtn und an iter Arbetanmugnng Dtenl MUhnnen a 
? 8 " JSntoS*rfSS!SrSS teak An*, wann do oder die «a**«n. Zylndo 

zahlbere.ch durch z. B. kurzere ^teuerzenjn, gennge « mufl ^ ^ , eistung 

bei emem erfmdungsgemSB ausgemiaeien _™£™ r ™ Raufftfl kt nur fiber die AuslaBventile ansaugt, d e optimal 

big geformte S^^^XJ^tSfarSSbSe- re Offnungen befinden kernien, die kurze Wege fflr die 

und ^^^2^S^ r Mlto Ansaugluft ermSglichen. Das KnlaBventil oder die En- 

b.g vemendete Drehzahl ^^™!™^SSS laBventile sind bei abgeschalteten Zylindern wihrend 

Es ,st natOrhch darauf zu , chten daB *|^J e ™ ^ Takte geschk)SS e„. Die Kompressionsarbeit sinkt 

angehob^enVentilenichtiiiitdemimZybnderlaufen auer^ ^ ^ ^ ^ ^ ^ 

erlautert Kraftstoffenergie bes- . gedffnet sind. So sinkt die benStigte Schleppleistung 

mus ermdglicht es.^ Z.B. | emem *«™™Stel« so Zylinderabschaltung betrieben werden. So kflnnen zum 

BrennJauni 1st es rnogbch, fan Bereich der Zflndkerze ein » komn* .von, dabe. emgesparten Kraftstoff e.nmal ganz 

^^G^^S^S^reX ITS U nerhebliches Kriterium fflr die Wirtschaft- 

«aS£f,2£ 2 \tS^£SH Hchkeit eines Motors stellt das eingestelke Ventitspid 

StaSS iSeTrJ^ TifSgSZ*. dar. Bei zu geringem VentOspiel werden ^ntfle und 
wenn derASItakrbVginnt, kann die Rotation der es deren Venubitzringe, z. B. durch die wesenthdierbBbte 

AbS-*Siih1^^ mechanische Belastung, auch mfolge der ****** 

hBv?tUe noch veS und zur verbesserten SpOlung dehnung fan Betrieb, zerstort Die Ventde «Wagen hart 

SSZ ^om Abgas und Restabgasen und zur er- auf ihre Ventilsitzringe und zerstflren dabei Ventfl und 
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iSim Oder Aufceeen des Vemlbtees .lit den steuerreiten mid VatdhObe Mr jede OretaM- Jjd 
vSSS^ » eta. eraeten, W« imerwomcta. UMhrntoadon *mj ^^^."SEvI^ 

SS Simd Ider wesentlich geringeren Abdichtfahig- 15 len Ansaugwiderstandbeim Ansaugtaktbew-rkt 
keitwihrenddesKompressionstaktes Teile derFnsch- a A 

iadung aus dem Brennraum. Aucb kdnnen die Expan- Annang a 

Si ° nS ?^±r ^S^SS^SS^SS, Bei bestimmten Verbrennungskraftmaschinen, nam- 
ileLhen Nachteile miissen auch bei zu groBem Ventil- brennung bei vorgegebenem Verd^tung^erhahnB 

'"SBSlSStaK ^^eSlbelatigungsmecha- 30 Motor hoher zu verdfchten. Das ist sinnvol.. da bis etwa 

mSRS£Z£ an einem Mo*rVerwen- 15 rider ^^SSSt w^tfich bessS 

dung rmdea Auf abschussigen StraBen z. B. ist es m6g- ansteigt und der ^^^JS^S 

Krh Hie Bremswirkune die von Hand oder automatisch ausgenutzt wird als bei z. B. 8 : 1 mit emem thermischen 

lesieuer! wSgSff 3i ge«nkt werden kann, Wirkungsgrad von ca. 37%. Das «t e.ne Ste.genmg ;um 

SnSb^^eto?Frtrze«£ heranzuziehen. Ge- 35 etwa 30%. Bine weitere Steigerung ^ 

StaBdnSdSr d« konventionelle Bremssystem/das verhaltnisses «t nur bedingt annvoU da der l*erm.sche 

rSemsSeiben und/oderTrommelbremsen besteht. Wirknngsgrad nur noch unwesenthch urn etwa 2-3% 

2ch des aS der Bremsen bis zu deren Abkflh- 40 fflhrungsformen der Erfindung erlautert: 

^ X BremsSiE des Motors optimal nutzen zu gungsmechanimus ausHg. lA,nicht maBstabsgettm 
S^?SS?S«S^.i!gebikieteMoto- - Hg.2A zeigt die Draufsfcbt erne s weitere? erTin- 
2 Br^mse verwendet, so Unite die Anordnung folgen- dungsgemaB ausgebildeten Bezels ernes Ventilbetati- 
dermaBen auseebildet sein: Die EinlaBventile sind wab- 50 gungsmechanismus. ., . 

IX R PtS ak Bremse wahrend aller z. B. vier Fig. 2B und Fig. 2C zeigen Seitenansichten, teilweise 
M^Stelta !*FK£Z£ ausgebildet fan Schnitt des in Fig 2A als Draufsicht dargestellten 
kt oeichlossen. Befan EinlaBtakt werden die AuslaBven- Ventilbetatigungsmechamsmus. 
Seffe SS^enSSmehr oder weniger„weit ge- F.g.3A zeigt die Sehenansicht worn Am- 
mktt iXm die Kompressionsarbeit wahrend des 55 fflhningsbeispiels efates^erfindungsgemftBen Ventubetl- 
£ « m «r««nn*tflktes beliebie variiert und zum Bremsen tigungsmechamsmus, teilweise un Schnitt 
genu^w"^ verbrannt F,g g 3B zeigt eine Frontansicht,mchtmaBsUbsgetre». 

^. der Fig. 3A mit dem Schnitt A-A 

Urn einen erfindungsgemfiBen Motor mit Betriebss- Fig. 3C zeigt ausschmttsweiseden ' yentilbetatigunp- 
toff-Lufteemisch zu vereorgen, ist es durch den erfin- eo mechamsmus der Rg. 3A und Rg. 3B in drei beliebigen 
duJigmaKgebilS VenUIbetatigungsinechanis- Konstellationen zu einer jeweils gleichen Stellung ernes 
musmeglich,nebenkonventionellenVergaser-undEm- Nockens. 

Tritzarilagen auch solche zu verwenden. die keine Re- Fig. 4A zeigt zwei Venulerhebungskurven fflr einen 
gKg de? Jast und/oder drehzahlabhangigen Frisch- beliebigen Motor, Wr die klemst, "*J*g^ 
fuftzufuhrvornehmen,sondernnurdie gewOnschteAn- es DrehzahL Der nut X ge ke^zeichnete «hraffierte Be- 
reicherungderFrischluft m itKraftstoffvornehmen:Auf rekh zwischen den boden Kurven ™f^. d p e " 
Drosselklappen, Schieber oder ahnliche den Luftdurch- der unzahligen und behebig vielen Ventilerhebungskur- 
laB regelnde Organe kann verzichtet werden. da es der ven fflr alle anderen Drenzanlen. 
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bigeJ Motors fur drei vcrschiedene Anwendungsgebu, ^^ESTerSioSSeDe 7 samt de- 

te: _._ pnhnina 49 und dem Kipphebelann 3, an dem die 

Kurve a - Serienmotorausfflhrung jen 49 * ebracht ^ Ebenso zeigt Fig. IB audi 

Kurve b -SportmotorausWhrung * HM&czenter 9 samt Exzenterwelle 10 und den Abneb- 

Kurvec = Rennmotoraustunrung « tibertraeune der Exzenterbewegung pri- 

Flg.4C zeigt eine ^^^3"^^ Z SiSc^S^d sekundar von ^^Sl 

<£ind£a Beispid syncbron bzw. sind nicht untemn- ,o ^C^n Stt^C aus Pig. 1A. Fig. IB 

ander oder getrennt verlnderbar. i _ lCbisauf die AnordnungdesScbnittes 

Flg.4D zeigt eine weitere schemat^e ^dlung g-JJJt'g"^ i dfc ?£fth3 7 ™ Mhtd- 

der VentUerhebungskurve, wie s.e nadi den Fig. 3A, 3B ^rt^nSXp£ 1C 1st sie allerdings im Be- 

und 3C entstehen wBrd* In * e „ S/e^der ^iS gef chrittenen HobiwX 7 ange- 

AuslaBvenUle unteranander getreimtverandertat. is reicn aer * geschnitten. Aus dieser SchnK- 

I^4Ezeigtdiesd»emti^ ~2l2SSShS f^eAennen. daB durch Dre- 

erhebungskurve des ««f|WSKSS^ nTdls toentm 9 verSAiedene Bewegungen auf dem 

des sich bereits im Zyhnder befindlichen Arbeitsme wmiu pp . «> 
diumswahrenddesKompressionstaktesw.ederzurttck 25 ^^SSStSffl^ beschranke mich 
in das Ansaugsystem zu d™cken ■ m dj Beschreibung der Einfachbeh halber auf zwei 

InderFjg. 1ABt ^.^ r e H^eTcSr ImZ beSugte EinlaBventill da die beiden anderen Kombi- 

16 einstuckig ausgebildet, der in zeitlicher Abstinmung 8 ■ - demselben Prinzip beruhen, nur an- 

auf die Drehbewegung der KurbelweUe ernes Motors ^^^^S^!^, Kipphebelann 2 
(nicht dargestelltX also der Motordrete^ 

Bin Kipphebel 3 ist zwischen seinen beiden Enden auf £3"™™ Form des % a riablen Nockens 16 ab- 

e inerKip P hebelwene4geagertdiezurNockenwdle J^^^^v^aewodenKipfiie. 

parallel ist Der Kipphebelann 3 begt nut der an ihm ^^ e " u ™3^^_ t wer den.zuubertragen. Mit 

Lfindlichen axial i-*f«»^^J5^ ^AnSf^^ 

Ende sich eine exzentnsche Gleitflache 17 befindet, auf 35 ~^gu«i«ten far alle Drehzahlen eneicht Um 

dem Ende des Schaftes ernes Tdknmries 11 an, um f^^^SJgg, die beiden VentHe des Emlasses 

das Ventil zu dffnen und f^.*"**"*^ zubetltigen/d h. sie asynchron zu offnen, an- 

DurchdieFahrungsachse6d.es.chamIJppl^ebel^ getrennt U X edfr zu schlieBen,befindetsichim Kipp- 

befindet, wird ein weiterer Kipphebelann 2 schwericbar wdterer e rfindungsgemaBer Mechanis- 
gefOhrt Das Ende des Kfrphebdarm^ 40 ^^^^S^^i^HoiinWa^ 

LNcckensl6abtastet,kannuberd«eg^^rted« ^g^^SS^ Kipphebelarme 22 und 

Nockensgefuhrtwerden,umje^ kann die ^ 

tilerhebungskurve diese m Verbrndung nut dem Kipp- 27 J£™«^™ Kipphebelann 22 im Gegensatz 

hebelarm 3 auf das Ventdll Ob ertrag en_ zu fc 6nnea fj^^^^ de^ppheoelarms 27 verandert wer- 
Diese zu ubertragende ^ntiterhebu^^ 

durch die jeweilige Stellung des Renters 9, del *ti d« JJ^lhSai* der ExzenterantriebsweUe 23 befin- 

Exzenterantriebswelle 10 angebracht 1st beemfluBt J4 d as «cn test^m oer^ 

Dies geschieht folgendermaBen: D.e axial gesduuttene dej kann ^^£4^^ 

HohlweUe^anderenEndeMche^eexzentmcheGle^ f/g 'et n^d^ Sters 24 wird vom Obertragungs- 
flache 17 befindet. tastet Qber dew ^an rtu ^stan r ange- 50 f*fSSSung« 30 sich im Kipphebelann 22 
brachten Abnehmer 8 die SteUung TbStSKdauf den Exzen^ 28 Obertra- 

Durch die daraus erfolgende axiale Drehung der HoW- beHncteJ 5 »^ h ^ enim flber ^ Zahnstange 29. 

welle 7 dreht St to££ S SSSSi ^^ag^ngsstiftes fest angebradit ist 

dem gkichen Pita»p Vo»<»i»«B findei™ di. Spml- •"^SSTwMtt. *•» unkonliollieTO VenUI- 
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scbwenken,beiDauervoUastz.B, . . ; m mittleren Drehzahlbereidt Der Motor verar- 

Flg. 2C«igt elne wekere Seiten^cht J«^P>J StKe^^Slahlbereichden Kraftstoff, 

nachRg. 2A und Fig. 2B. H.er .st JOppheb el ann ^ Sal, aber es treten keine Zfindaussetzer 

dargestellt in Verbindung nut schwenkbaren Kmp- s ekhen auf. Die Kurve verschiebt das Dreh- 

hebelarm 2 und desscn Schwenkmecbaiusraus, beste- oder ™* Drehzahlbereich. Die 

Send aus der Fuhrungsachse 6 tmd der Fflhrung ^ "^"S da?gr6Bte Drehmoment bis in den 

AuchsmddieMpphebelfu^gtt^ BeSd^MSdreh^undistnurfurreiiirass^ 

f flhrung34unddieKipphebelaclu i e33daTgeste^ 5£S^35U die fast ausschliefllich in diesem 
InRg-SAisteberfallsemweiteres^^ 10 g^Sben werden. Im unteren und mittleren 

Bes Aurftthrungsbeispiel dargestellt Es ze.gt dei Teil ^ re ^XS ist es nicht mSgHch. den Motor ohne 

Breite kann nur eine feste Steuerzeit abgenommen wer- rtet w *™ e ™^ ^ 3e ^ 4e zwei EihlaBventilerhe- 

den. Urn nun fttr jeden Betriebszustand die gewtaschte £ F^«J^" ™J sie z. B. mit der Anordnung 
optimierte Steuerzeit zur Verf ugung stellen zu 55E^«S^«E* sind aus der Vielzah! 

is? dieser dargestellte Teil des Kipphebeb «it emem aus Rg.2A era* erzeugende n Kurven 

erfindungsgemaBen Mechanismus ausgestattet Drcser 20 der j* B^wane heraus 

Mechanismus bewirkt erne ««^ te J«"*2 S men. FOr eSe andere Drehzahl kdnnen sie sich beliebig 

der Nockenbewegungsabnehmerflache 44, die ach to ^J^J ^ b. Maximalhub oder Oberschneidung 

an dem Obertragungselement 43 befindet, je nach Be- sie aAeiten bier mit einer AuslaB- 

triebszustand oder Nockenwellenstel^ ^252mSLe zusammen, die auch den Be- 

undfunktioiuertfolgendermaBemAm Exzemer^das erfindungsgemifl angepaBt werden 

von der ExzenterantriebsweUe 10 angemeben wM ta- JjJjgJJJJ eg ^ ob e f S fch nun urn ein oder mehre- 

stet ein Obertragungskeil 41 die Bewegungdes to tana MdgJ fQr jede Drehzahl unterein- 

ters 9 ab und ObertrSgt sie auf das Obertragungsele- R die ^ ^ar nach dem Be- 

ment 43, an dessen Ende sich die Nockenbewegungsab- ^SiSit^S^Lm fttr alle Ausltf venule 

exakt bewegt werdenkann. Der Antrieb des toenters k ™^^ ^ pr^ene Ventilerhebung bei der 

9 Ober die ExzenterantriebsweUe 10 erfohjt wiederum v ^:„i nB des Motors als Bremse. Die EinlaBventile 
beliebig elektrisch, mechanisclv pneumatisch, hydrau- 40 Jerwendung des J^Ki-dio^O^f^ 

zeigt eine Seitenansicht der Fig. 3A mit dem Nad f-AMwH - ^S^^T^t 

ScSit ^-A Hier sieht man ^ ^ff^SS^'SSSSm verschieden 

Elemente des voranbeschnebenen Systems, wie Uber- gigre no «r ^ hervorgeht Gegen 

uagungselement 43, Spiralled* 35, Obemagung^eil 45 wert und ^J^^sdSn sie wiede* Am Beginn 

44 oder des Exzenters 9 mit Exzenterantnebswelle 10 ™*J^J5^ fflieil sie wiederum, je nach beab- 

* Rg 3C zeigt drei verschiedene Stellungen der Nok- sichtigter Bremswirkung. verschieden weit und lang 

kenbewegungsabnehmerfttche^ nach Uw*t J M6gU chkeit des zweiten Offnens des 

d^Nockeruiie.sodaBdreivonbel.eb.gv.elen Vender- 50 '"^^Send des Kompressionstaktes darge- 

hebungskurvenerzeugtwerdenkoimealnderSt^ EujaB jjtitow snren * n ^ AxJs]aByen ^ 

46 der Nockenbewegungsabnehmerflache 1st auch die steut zeigx Ein iaBventUerhebungskurve 

zugeh6rigeSteUungdesKipphebelanns42dargestellt tg^MHF BeSiebszustand. Nachdero die Er- 

DieAnlrdnungnachdenF.g.3Abis3Ckannauchals ^^^^J^^Sn hat, wild das Ein- 

SchwinghebelVerwendungfrnden to diesem FaB ware 55 ^^^^KSTdes Kompressions. 

das Ventilschaftende oberhalb der Anordnung ange- ^^^s ^6fmeJ «m einen TeU der be- 

^ng^A 1st mit ATder Bereich gekenn, eich.et, in ^ ^esagen Ladung wieder in den Ansaugtrakt 

dem sich alle optimalen Ventilerhebungskurven fttr je- zurOckzuschieben. 

den beliebigen Betriebszustand eines behebigen Motors eo 
befinden. Eingegrenzt wird dieser Bereich von den Ven- 
tilerhebungskurven fttr den optimalen Start des Motors 
mit la fOr das AuslaBventil und le fQr das EinlaBventil 
gekennzeichnet, einerseits und mit der Ventilerhe- 

bungskurvc fflr die maximale Leistung. gekennzeichnet es 
mit2aund2eandererseits. 

In Fig. 4B. sind drei verschiedene Ventilerhebungs- 
kurven fttr ein- und denselben Motor dargestellt, wie sie 
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Valve Operation Mechanism for an Internal Combustion Engine 



In order to make optimal use of the energy contained in the fuel during all 
operational states of an internal combustion engine, said internal combustion 
engine is equipped with a valve operation mechanism which makes it possible 
to operate the components, such as e.g. valves, controlling the gas exchange 
optimally for any operational state. 
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Patent Claims 

1 . A valve operation mechanism for an internal combustion engine with at 
least one cylinder/piston unit, with at least one outlet and the respective 

5 supply and discharge systems for the working medium, characterized by 

an arrangement for the optional and regulated (or controlled) change of the 
operation of the inlet and/or the outlet, the arrangement having at least one 
changeable parameter in the form of a characteristic diagram or a 
characteristic curve which can be combined in any arbitrary way. 

10 

2. The valve operation mechanism according to Claim 1 , characterized in that 
the parameter or parameters can be designed to be oscillating, rotating or 
linearly moved in character. 

15 3. The valve operation mechanism according to Claim 1 , characterized in that 
the movement of the parameter or parameters is implemented using the 
controls of the engine manually by hand and/or also automatically, 
mechanically or computer-controlled. 

20 4. The Valve operation mechanism for an internal combustion engine 

according to Claim 1 , characterized in that the engine can be installed in a 
motor vehicle and that the movements of the parameter or parameters are 
actuated by a rod working in conjunction with the motor vehicle brake. 

25 5. A valve operation mechanism, in particular for use with an engine 

according to any of the preceding claims, characterized in that the part or 
parts of the system can change its or their position between its or their 
guide and the cam contacting surfaces on the valves and the cams 
necessary to produce the respectively desired valve movement. This 

30 positioning can be brought about by pivoting and/or rotating the system or 

parts of the system. 
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6. A valve operation mechanism, in particular for use with an engine 
according to any of the preceding claims, characterized in that the system 
has eccentric or similarly shaped cam contacting surfaces and/or 
movement transfer elements to produce the desired valve movement, 

5 which can be used as required to produce the respectively desired valve 

movement. 

7. A valve operation mechanism, in particular for use with an engine 
according to any of the preceding claims, characterized in that the 

io mechanism is equipped with at least one joint or a special form (or shape) 

enabling the system to convert the movement produced on the parameter 
or parameters into a desired valve-typical movement. 

8. A valve operation mechanism, in particular for use with an engine 

15 according to any of the preceding claims, characterized in that the system 

makes it possible to make optimal use of the pressure vibrations of the 
working medium over the whole range of revolutions and loads by means 
of ideal valve strokes and adapted valve timing. 

20 9. A valve operation mechanism, in particular for use with an engine 

according to any of the preceding claims, characterized in that the system 
enables operation of the engine with lean mixture concepts. 

10. A valve operation mechanism, in particular for use with an engine 
25 according to any of the preceding claims, characterized in that the 

movement of the parameter or parameters is regulated by hand and/or 
automatically dependent upon the engine revolutions. 

11. A valve operation mechanism, in particular for use with an engine 
30 according to any of the preceding claims, characterized in that the 

movement of the parameter or parameters is regulated by hand and/or 
automatically dependent upon the engine operating load. 
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12. A valve operation mechanism, in particular for use with an engine 
according to any of the preceding claims, characterized in that this engine 
is an internal combustion engine and the system can be used to regulate 
the composition of the outlet gases. 

5 

13. A valve operation mechanism, in particular for use with an engine 
according to any of the preceding claims, characterized in that the engine 
used is an internal combustion engine and the system serves to improve 
the combustion of different fuels. 

10 

14. A valve operation mechanism, in particular for use with an engine 
according to any of the preceding claims, characterized in that the system 
makes it possible, with the compression stroke, to press part of the 
working medium already present in the engine's combustion chamber back 

15 into the supply system of the working medium by means of the piston 

moving towards the top dead center. 

15. A valve operation mechanism, in particular for use with an engine 
according to any of the preceding claims, characterized in that the 

20 arrangement can also be used to brake the engine. 

A valve operation mechanism, in particular for use with an engine 
according to any of the preceding claims, characterized in that the system 
is used to vary the effective compression ratio of the engine. 

A valve operation mechanism, in particular for use with an engine 
according to any of the preceding claims, characterized in that the system 
serves to vary the effective capacity of the engine. 

30 18. A valve operation mechanism, in particular for use with an engine 

according to any of the preceding claims, characterized in that the system 
is used to improve starting of the engine. 



16. 



25 



17. 
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19. A valve operation mechanism, in particular for use with ah engine 
according to any of the preceding claims, characterized in that the inlet 
and the outlet are respectively formed of one or more valves and that the 
system varies the duration and the timing of the valve opening. 

5 

20. A valve operation mechanism, in particular for use with an engine 
according to any of the preceding claims, characterizied in that the inlet 
and outlet are formed respectively of one or more valves, and that the 
system varies the degree of the valve opening. 

10 

21 . A valve operation mechanism, in particular for use with an engine 
according to any of the preceding claims, characterized in that the valve 
play is regulated by the system by hand or automatically during operation 
dependent upon temperature and/or dependent upon the revolutions 

15 and/or dependent upon the load and/or according to any other factor 

important for valve play. 

22. A valve operation mechanism, in particular for use with an engine 
according to any of the preceding claims, characterized in that the mixture 

20 regulation components restricting the flow and vibration of the intake air 

are operated to produce the operating supply air thread, even with 
carburator units or injection units without slide valves or throttle flaps or the 
like, 

25 23. A valve operation mechanism, in particular for use with an engine 

according to any of the preceding claims, characterized in that the system 
makes it possible to cut off individual or several cylinders on a multi- 
cylinder engine in order to reduce the effective capacity. 
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Description 

The invention relates to a valve operation mechanism for an internal 
combustion engine with at least one cylinder/piston unit with at least one inlet, 
5 at least one outlet and the respective supply and discharge systems for the 
working medium. 

It is desirable to have engines with variable control times and/or valve strokes. 
With an engine equipped with this type of system, a whole range of advantages 
10 are provided. 

An engine with a controllable variable compression ratio makes it possible to 
change the ratios with a cold engine or when starting the engine, by means of 
which starting is easier. The method and the extent of the desirable change 

15 depends largely upon the type of engine used. For example, with a pre- 

compressed or turbo-compressed compression ignition engine, according to the 
diesel process, an increase in the starting pressures would compensate the lack 
of charge pressure due to the ineffective charge. A further, and perhaps more 
important advantage of an engine with a variable compression ratio would be 

20 that the fuel is always burnt with an optimal compression ratio for a given 

operational condition, and in this way fuel is saved. (It can basically be said that 
the higher the compression ratio, the greater the achievable work with the 
combustion of a given quantity of fuel, see Annex A). 

25 Engines are designed for this type of compression ratio in that they function 
, correctly under the most advantageous conditions, normally with a low number 
of revolutions and with a high load. In fact, these conditions only occur for a 
small part of the total operational life, and so by changing the compression ratio 
upwards during other operational conditions, more work could be achieved with 

30 the same quantity of fuel. With known designs, it is necessary in order to 
change the engine compression ratios to physically change the engine 
geometry, this change mostly not being easy and not achievable 
instantaneously when the engine is running. 
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It is the object of the invention to produce an internal combustion engine with 
which the changes to the engine geometry described above are not necessary. 
The engine should have a variably effective compression ratio and/or a variably 
5 effective capacity. According to a further development of the invention, the 
engine should have working chamber valves with variable lift and opening 
durations. Because engines are nowadays built with a capacity with which the 
maximum performance required is achieved, the possibility of reducing the 
effective capacity in a case in which the maximum performance is not required, 
10 means that fuel is saved and the life of the engine is extended due to lower 
combustion pressures. 

Most engines have fixed valve settings which are a compromize of different 
ideal settings for different operational conditions. It can therefore be seen that 
15 the use of one or more parameters would make possible optimal valve settings 
under all operational conditions, by means of which improved efficiency per 
volume and consequently better fuel utilisation and/or correspondence with the 
required exhaust gas emission values under different operational conditions are 
achieved. 

20 

Furthermore, it is the object of the invention to provide a device for an improved 
fresh charge composition in 2-stroke engines. This relates e.g. to 2-stroke 
engines, the outlet of which is formed by valves in the cylinder head or in the 
cylinder wall. The effectiveness of two-stroke engines depends to a significant 

25 extent upon the proportion of air/fuel mixture and residual exhaust gases in the 
cylinder content. Furthermore, it is also important how the relevant charge 
components are mixed and distributed during combustion. An improvement in 
the content composition control therefore leads to improvements in the 
mechanical effectiveness and consequently to fuel savings. By means of the 

30 improved mechanical and thermo-dynamic effectiveness of the engine designed 
according to the invention, the engine should have wide applications. 
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According to a further development of the invention, it should be possible with 
the engine to use different fuels. 

The aim of the invention is fulfilled by an internal combustion engine of the type 
5 described at the start, which according to the invention is characterized by an 
arrangement for the optional and regulated change of operation of the inlet 
and/or the outlet, the arrangement having at least one parameter which can be 
changed. 

10 The engine comprises a parameter control, the effect of which is that the 

respective valve stroke and the lift can be varied optionally and in a controlled 
manner, even when the engine is in operation. In the following description, 
engine is to be understood as being any form of an engine with which 
expansion cycles are used, including pumps, and valve is to be understood as 

is being any type of a controllably enlargeable or reduceable opening or 

passageway, including mitre valves, ball valves, casings and throttle flap valves, 
slide valves, slits, ports, etc. 

The invention relates in particular to combustion engines of the internal 
combustion engine type, including two-stroke, four-stroke, plunger piston 
20 engines and circular piston rotation engines, diesel and Otto engines, pre- 
compressed, turbo-compressed engines, and those with fuel injection. The 
invention also relates to external combustion engines such as steam engines, 
Stirling and Rankin cycle engines. 

With the invention, the effective compression ratio and/or the effective capacity 
25 is achieved by the optional and controlled discharge of part of the fresh charge 
already present in the cylinder/cylinder head or by limiting or advancing the 
fresh charge flow, the arrangement according to the invention having at least 
one changeable parameter. In the description, different embodiments of the 
invention are described with which a distinction is made between the variation 
30 of the compression ratio and the capacity on the one hand and the provision of 
the invention as a valve operation mechanism for improved control and/or 
change of the inlet and/or outlet on the other hand: This control and/or change, 
which is achieved by a variable valve stroke, and variable valve control timing, 
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provides an effective change to the compression ratio and/or capacity. 
According to the invention, the compression ratio and/or the capacity is 
changed by the device described below. A conventional engine is designed 
such that its parts work with a fixed geometry, by means of which a pre- 

5 determined quantity of fresh charge is taken in. This quantity corresponds to 
the cylinder capacity. This cylinder capacity generally relates to the geometric 
configuration of the engine, and is defined as the borehole cross-section x 
stroke x number of cylinders, furthermore as the capacity, but in this description 
it relates to the quantity of the charge actually taken in under normal or desired 

10 standard or optimal working conditions which are described in the following as 
the effective capacity. 

An engine with a borehole cross-section of 50 cm 2 and a stroke of 10 cm thus 
has a conventionally described cylinder capacity of 500 cm 3 , although in the 

15 case of a natural intake engine, it actually contains less charge volume, 

measured with an external ambient density, for example 450 cm 3 , and when it is 
a charged engine, with more charge, for example 800 cm 3 . These actual 
charges are called here the cylinder capacity or the effective capacity. If the 
engine described above has a cylinder head volume in the top dead center of 

20 the compression stroke of 50 cm 3 , then the engine has a geometric 

compression ratio of 1 1 : 1 . It can be seen that the two examples above have a 
true or effective compression ratio of 10 : 1 or 17 : 1 . According to the 
invention, it is proposed that this effective compression ratio be optionally, 
varied, controlled by discharging part of the charge already taken in during the 

25 compression stroke. It can be seen that upon discharging 50 cm 3 in the case of 
the aforementioned natural intake engine, only 400 cm 3 of charge remains for 
realising the work, and this means a reduction of the effective compression ratio 
from 10 : 1 to 9 : 1 and a reduction of the effective capacity from 450 cm 3 to 400 
cm 3 . It is proposed to implement this discharge by optional and controlled 

30 opening of a volume provided for this, connected to the working volume, or in a 
preferred embodiment by means of the second opening of a valve provided in 
the engine, such as for example the inlet or outlet valve. A device which brings 
about the second opening will be described later. Alternatively, the discharge 
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can be implemented by optional and controlled delayed closure of the inlet 
valve up to a certain duration of the compression stroke. If the discharge is 
implemented by the second opening of the inlet or outlet valve, the second 
opening control time can be chosen such that it coincides with the so-called 
5 pulse effect, the positive and negative pressure waves, in the inlet and outlet 
systems. 

An altered process for changing the effective compression ratio and the 
capacity of an engine is the optional and controlled acceleration of the closure 
10 of the inlet valve or the reduction of the opening degree of the inlet valve, by 
means of which the charge intake is reduced. 

The main consideration in my deliberations, which I see as being realized by the 
invention, relates to the idea that it is necessary with today's energy shortages 

15 and constantly rising fuel prices to convert the fuel used in the best way 

possible into work. Conventional engines only partially realize this conversion 
of the energy contained in fuel into mechanical work. Economically, these 
engines only function in very narrow ranges of their operational spectra. 
Outside of these ranges, fuel consumption either increases ^proportionately 

20 highly in relation to the work implemented, or the engine requires an 

excessively large amount of fuel in order to be able to carry out its working 
cycles at all in the desired way. Necessities for inevitably increased fuel 
consumption are e.g. full load enrichment of the mixture with full acceleration or 
high loads in order to prevent self-ignition of the cylinder content which ruins the 

25 engine, or tapping in the case of Otto engines. On the other hand, it is also 
appropriate to eliminate dangerous high speed tapping which also has fatal 
consequences for the mechanical parts of the engine. This is prevented 
conventionally by reducing the compression ratio from the start, and this in turn 
corresponds to deterioration of the energy yield of the fuel. 

30 

Equally, high speed tapping can also be prevented by mixture enrichment, 
which also promotes consumption. Just from these two examples it can be 
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seen that conventional engines do not function economically with their fuels in 
the manner required by them. 

Equally, conventional engines function by producing their torque curve. The 
5 specific consumption curve can be taken approximately from the torque curve of 
an engine because it develops approximately indirectly in proportion to the 
torque curve. A car engine of the upmarket medium category with e.g. six 
cylinders and a total cylinder capacity of 3000 cm 3 produces e.g. its highest 
torque with an average number of revolutions, e.g. with 3500 rpm; above and 
io below this number of revolutions, the torque decreases more or less. If the 
driver now wants to use the full output of supposedly 145 kW with 6500 rpm, 
this only happens by increasing the number of revolutions. If one now wants to 
operate the car in town traffic, the best torque with 3500 rpm can not be used 
sufficiently because town traffic, with its speeds of 0 - 50 km/hr does not often 
15 allow, or does not allow the engine at all to operate in the most favourable 
torque range because 3500 rpm already signifies the upper end of town traffic 
. speed. 

It is precisely at this point that the invention finds its use. The valve operation 
20 mechanism which I have invented makes it possible to reduce or to increase the 
torque over the whole torque line when required. In order to achieve this, the 
valve operation mechanism is designed so that the valves can be constantly 
operated such that the different mixture vibrations and exhaust gas vibrations 
are used optimally over the whole revolution range for filling and emptying the 
25 working cylinders and the combustion chambers. This is achieved by a 

combination of ideal valve strokes and valve control times for each number of 
revolutions with which the engine is operated. On the one hand, the load 
vibrations can be stimulated in the lower revolution range e.g. by means of 
shorter control times, less valve control time overlaps and smaller valve strokes, 
30 and be better utilized. On the other hand, the throttling which occurs with a 
fixed valve control geometry in conventional engines in the upper revolution 
range can be prevented by longer control times, greater valve overlap and 
larger valve strokes in an engine designed according to the invention. The 
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invention makes it possible to combine any form of control time with any valve 
strokes, and any valve overlaps for any number of revolutions used and any 
load. Care must of course be taken to ensure that the valves lifted by the valve 
seat do not collide with the pistons running in the cylinder 

5 . 

How these chosen combinations are brought about is described in detail below. 

A further important aspect of how fuel energy can be better utilized is building 
engines which can be operated with lean mixture concepts. This is also made 

10 possible by an engine designed according to the invention. The valve operation 
mechanism makes it possible with e.g. a multi-valve engine such as e.g. an 
engine equipped with four valves per cylinder, for the two inlet valves and the 
two outlet valves to each have different control times and/or valve strokes 
and/or valve overlaps. In this way it is e.g. possible during the intake stroke to 

15 supply an ignitable mixture via the first inlet valve, and to introduce a lean 
mixture via the second inlet valve, even after the first valve has closed. By 
means of the rotation of the mixture in the combustion chamber which has 
deliberately been brought about, it is possible to place an ignitable mixture in 
the region of the spark plug, surrounded by lean mixture, which ignites after the 

20 ignition on the flame front which is formed and makes its contribution to 

production of work. After the expansion stroke when the outlet stroke begins, 
the rotation of the exhaust gases through a time-displaced opening of the outlet 
valves can be further intensified and used for improved flushing of exhaust gas 
and residual exhaust gases from the cylinder and for refilling with fresh charge 

25 which mixes to a lesser degree or not at all with the residual exhaust gas. 

This form of application of the valve operation mechanism according to the 
invention can also be transferred to diesel engines or multi-material 
compression ignition engines. It has a greater effect here upon the swirl of the 
30 fresh air taken in and intensified cleansing of residual exhaust gases from the 
cylinder and the combustion chamber. This form of application of the invention 
can also be transferred to charged engines. 
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Another embodiment of an engine designed according to the invention consists 
of the valve operation mechanism making it possible to cut off one or more 
cylinders of a multi-cylinder engine during operation. This form of application of 
the invention makes it possible to bring single cylinder capacities of the total 
5 cylinder capacity of the engine to a standstill, step by step or abruptly, such that 
they can not participate in work production. Even when the cylinder or cylinders 
which have been brought to a standstill are not participating in work production, 
their mechanical parts such as pistons, connecting rods etc, must still be driven 
by the working cylinders because they are not mechanically separated so that 

10 at any time they can be put back into operation. A certain drag force is 
therefore also brought about by the working cylinders which in turn must be 
deducted from the output produced. If one were to cut off cylinders of a 
conventional engine, this drag force would comprise mechanical friction, intake 
resistance, compression work and exhaust work. If the engine is designed 

15 according to the invention, only mechanical friction and intake resistance 
remain, enormously reduced, because the engine only intakes via the outlet 
valves during the intake stroke, said valves being optimally opened, and 
changeable openings possibly being located in the outlet manifolds, said 
openings providing short routes for the intake air. The inlet valve or the inlet 

20 valves are closed with the cut off cylinders during all strokes. The compression 
work falls to a minimum because the valve or the valves of the outlet remain 
optimally open during the compression stroke. The exhaust work also falls to a 
minimum because the outlet valves are also optimally open. The required drag 
force of an engine designed according to the invention thus falls to a minimum 

25 and is not in proportion to fuel that is saved. 

According to the invention, the already described engine of a car of the upper 
medium category is operated with a cylinder cut-off. Thus, in order to start the 
engine from standstill or to operate it in town traffic at low speeds, e.g. three 
30 cylinders can be brought to a standstill with a total cylinder capacity of 1 500 
cm 3 . The advantages gained in this way are obvious. For starting, a small- 
scale starting motor can be used instead of a low capacity battery. The exhaust 
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gas emissions in town traffic are also considerably reduced, which is very good 
for the air quality in inner cities, quite apart from the amount of fuel thus saved. 

An important criterion for the economy of an engine is the valve clearance set. 
5 With too little valve clearance, the valves and their valve seat rings are 

destroyed, e.g. by the substantial increase in mechanical loading^ and also due 
to heat expansion during operation. The valves strike hard against their valve 
seat rings, and thus destroy the valve and the valve seat ring. It can also lead 
to undesirable extension of the valve shaft. The strong impact or positioning of 

10 the valve seat on the valve seat ring can also lead to renewed, here 

undesirable, start-up of the inlet or outlet valves. The renewed, uncontrolled 
start-up of the valves leads to a loss in compression because unutilized fresh 
charge escapes into the outlet and/or into the inlet, and so is not involved in the 
combustion. The fresh charge present in the cylinder does not burn under the 

is intended conditions due to the reduced compression ratio. The same 

disadvantages arise due to the already described destruction of the valve seats 
and valve seat rings. Here, due to the substantially reduced sealing capability 
during the compression stroke, parts of the fresh charge escape from the 
combustion chamber. The expansion thrusts of the already ignited working 

20 medium may also be converted less completely into work because part of the 
thrusts escape through the inlet and outlet. The same disadvantages must also 
be taken into account with excessive valve play. It is possible for an engine 
designed according to the invention to optimally correct the valve play during 
standstill and during operation dependent upon the decisive factors for valve 

25 play, such as e.g. temperature and/or load and/or revolutions. Wear and tear 
following demanding operational performance and/or extreme loading can also 
be included and taken into consideration. 

According to the invention, the valve operation mechanism can also be used on 
30 an engine as an engine brake. On sloping roads e.g. it is possible to use the 
braking effect, which can be controlled manually or automatically, increased or 
reduced as one wishes, in order to slow down a vehicle. Normally, only the 
conventional braking system, which consists of brake discs and/or drum brakes, 
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is used for braking. With continuous use, e.g. on mountain passes, there is the 
risk of overheating and so of the brakes failing until they cool down. If one uses 
the engine designed according to the invention to provide assistance with or 
total braking, the conventional braking system is unburdened and remains as a 

5 . fully functional safety reserve. The engine, designed as a brake, can also be 
combined with an anti-lock system for the vehicle wheeis in order to be able to 
make optimal use of the engine's braking performance. If the engine designed 
according to the invention is used as a brake, the arrangement could be formed 
as follows: During operation as a brake, the inlet valves are closed during all 

10 e.g. four strokes, if the engine is designed as a four-stroke engine. During the 
inlet stroke, the outlet valves, dependent upon the brake line, are more or less 
wide open. The compression work can thus be varied in any way during the 
compression stroke and used for braking without fuel being unnecessarily burnt. 

15 In order to supply an engine according to the invention with operating supply air 
mixture, it is possible by means of the valve operation mechanism designed 
according to the invention, as well as conventional carburator and injection 
units, also to use those which do not provide any load regulation and/or 
revolution-dependent fresh air supply, but only the desired enrichment of the 

20 fresh air with fuel. Throttle valves, slider valves or similar components 
regulating the passage of air can be dispensed with because the valve 
operation mechanism designed according to the invention allows and makes it 
possible to produce the respectively ideal valve opening cross-section by 
means of ideal valve control times and valve strokes for every combination of 

25 revolutions and loads. Advantageously, the effect of using e.g. a carburator 
without a throttle valve is that the flow of fresh charge in the intake system is not 
unnecessarily restricted with all numbers of revolutions and loads. The mixture 
formation is also not unnecessarily disrupted by early swirl, and the desired 
mixture composition is guaranteed during the whole operational spectrum. 

30 Moreover, the intake system can in this way be optimally designed for 

favourable flow, and this means that there is minimal intake resistance in the 
intake system. 
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Annex A 

With certain internal combustion engines, for example with Otto engines, the 
risk of tapping combustion with the aforementioned compression ratio and so 
5 excessive load is very high. Therefore, e.g. with passenger cars, dependent 
upon the type, a compression ratio of approx. 8 — 10:1 is chosen, dependent 
upon the engine characteristics. A requirement for this is that the engine is not 
associated with tapping combustion in any operational ranges, even when 
subjected to maximum loads and full acceleration. This is the measure for the 

10 compression ratio to be used. Outside of the range where there is likely to be 
tapping, it is possible however to further compress the engine. This is wise 
because up to approximately 15 : 1 the thermal effective level increases to 
approximately 48%, and the fuel is therefore substantially better utilized than 
with e.g. 8 : 1 with a thermal effective level of approx. 37%. This is an increase 

15 of approximately 30%. A further increase of the compression ratio is only wise 
under certain conditions because the thermal degree of effectiveness only 
increases insubstantially by approximately 2 - 3%. 

In the following, embodiments of the invention are described using drawings: 

20 

Fig. 1 A shows a side view, partially in section, of an example of an embodiment 
of a valve operation mechanism according to the invention. 
Fig. 1 B shows the section B-B through the valve operation mechanism from 
Fig. 1A, not to scale. 

25 

Fig. 1C shows the section C-C through the valve operatioaxnechanism from 
Fig. 1 A, not to scale. 

Fig. 2A shows the top view of a further example of a valve operation 
30 mechanism designed according to the invention. 

Fig. 2B and Fig. 2C show side views, partially in section of the valve operation 
mechanism shown as a top view in Fig. 2A. 
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Fig. 3A shows the side view of a further example of an embodiment of a valve 
operation mechanism according to the invention, partially in section. 

Fig. 3B shows a front view, not to scale, of Fig. 3A with the section >4-A 

5 . 

Fig. 3C shows a section of the valve opieration mechanism from Fig. 3A and 
Fig. 3B in any three configurations to a respectively same position of a cam. 

Fig. 4A shows two valve lift curves for any engine, for the smallest and the 
10 maximum number of revolutions. The hatched region marked X between the 
two curves marks the region of the innumerable and as many valve lift curves 
as one wishes for all other numbers of revolutions. 

Fig. 4B shows three valve lift curves of any engine for three different application 
domains: 

15 Curve a = production engine design 
Curve b = sports engine design 
Curve c = racing engine design 

Fig. 4C shows a schematic representation of the valve lift curve, as would result 
20 with Fig. 3 A, 3B and 3C. The outlet valve curves or curve are/is in this example 
synchronous and can not be changed among themselves or separately. 

Fig. 4D shows a further schematic representation of the valve lift curve, as 
would result with Fig. 3A, 3B and 3C. In this case, the outlet valves can also be 
25 changed separately among themselves. 

Fig. 4E shows the schematic representation of the valve lift curve of the valve 
operation mechanism according to the invention when using the engine as ah 
engine brake with two different brake powers of any choice. 
30 ' 

Fig. 4F shows the schematic representation of the valve lift curve of the valve 
operation mechanism according to the invention when it is intended to press 
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part of the working medium already present in the cylinder back into the intake 
system during the compression stroke. 

In Fig. 1 A a cam 16 is formed integrally with a cam shaft 1 , and the former can 
rotate in time with the rotating movement of the crank shaft of an engine (not 
shown), Le. the engine revolutions. A rocker arm 3 is mounted between its two 
ends on a rocker arm shaft 4 which is parallel to the cam shaft. The rocker arm 
3, along with the axially cut hollow shaft 7 located on the same, on the end of 
which there is an eccentric sliding surface 17, rests against the end of the shaft 
of a mushroom valve 1 1 in order to open the valve and to control its closing 
stroke. By means of the guide axis 6 which is located on the rocker arm 3, a 
further rocker arm 2 is guided pivotally. The end of the rocker arm 2, which 
scans the form of the cam 16, can be guided over the whole width of the cam in 
order to be able to transfer this to the valve 1 1 , dependent upon the desired 
valve lift curve, in connection with the rocker arm 3. This valve lift curve to be 
transferred is influenced by the respective position of the eccentric 9 which is 
attached to the eccentric drive shaft 10. This happens as follows: The axially 
cut hollow shaft 7, on the end of which an eccentric sliding surface 17 is 
located, scans by means of the collector 8 fixed rigidly to it, the position of the 
eccentric 9. By means of the resulting axial rotation of the hollow shaft 7, the 
eccentric sliding surface 17 also applied rigidly to it also rotates. Thus, as many 
different valve lift curves as one wishes can be brought together. The spiral 
spring 18 (not shown), which is located in the rocker arm 3 and which is used 
according to the same principle as the spiral spring 35 in Fig. 3A, holds the 
axially cut hollow shaft 7 so securely on its guide 49 that it can pivot axially 
dependent upon the position of the rocker arm 3 and the position of the 
eccentric 9, but is not able to slide out of its guide. The movement of the 
eccentric 9 and the movement of the rocker arm 2 can happen or be controlled 
electrically, mechanically, pneumatically or hydraulically. This type of drive is 
sufficiently well known such this it will not be specially discussed here. 

In Fig. 1B the section S-Sfrom Fig. 1A is shown, not to scale. The Figure 
shows a section through the central part of the axial hollow shaft 7 along with its 
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guide 49 and the rocker arm 3 to which the guide 49 is attached. Fig. 1 B also 
shows the eccentric 9 along with the eccentric shaft 10 and the collector 8 for 
the transfer of the eccentric movement primarily to the hollow shaft 7 and 
secondarily from the eccentric sliding surface which is attached to the hollow 
5 shaft 7 on the valve shaft 1 1 (Fig. 1 A). 

Fig. 1C shows the section C-C from Fig. 1A. Fig. 1 B corresponds to Fig. 1C 
apart from the arrangement of section C-C. In Fig. 1 B the hollow shaft 7 is 
sectioned in the center point. In Fig. 1 C it is however sectioned in the region of 
io the sliding surface 17 attached to the axially sectioned hollow shaft 7. From this 
section arrangement, it can clearly be seen that by rotating the eccentric 9, 
different movements can be transferred on the valve shaft 11. 

In Fig. 2A and 2B a further example of an application designed according to the 

15 invention is shown as a top view and a side view with the section D-D. This is a 
rocker arm equipped with three lever arms which can operate two valves. 
These can be two inlet, two outlet or one inlet and one outlet valve. For the 
sake of simplicity, I am restricting myself in this description to two operated inlet 
valves because the two other combinations are based on exactly the same 

20 principle, but just have other valve control times. The rocker arm 2 is once 

again fitted so as to be rotatable, and makes it possible, as required, to scan the 
form of the variable cam 16 and to transfer to the two valves which are operated 
by the rocker arms 22 and 27. With this arrangement alone, the effect of control 
times adapted to all numbers of revolutions is already achieved. In order to 

25 make it possible now to operate the two valves of the inlet separately, i.e. to 
open, lift and close them again asynchronously, there is in the rocker arm 27 a 
further mechanism according to the invention. In addition to the movement 
scanned on the variable cam 16 and which is transferred to both rocker arms 22 
and 27, the movement of the sliding surface 37 of the eccentric 28 on the rocker 

30 arm 22 can be changed contrary to the sliding surface 38 of the rocker arm 27. 
This happens as follows: The eccentric 24, which is secured onto the eccentric 
drive shaft 23, can be rotated, as required, electrically, pneumatically, 
hydraulically, mechanically, etc. The respective position of the eccentric 24 is 
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scanned by the transfer bolt 25 which is located in guides 30 in the rocker arm 
22, and transferred to the eccentric 28. This once again happens by means of 
a toothed rack 29 which is securely attached to the end of the transfer bolt and 
engages in a toothed wheel 26. This toothed wheel is connected securely on a 
5 shaft with the eccentric 28. Because it is possible that with a partial rotation of 
the eccentric the transfer bolt 25 could lose its contact to the eccentric 24, which 
means uncontrolled valve lift curves, the transfer bolt 25 is constantly pressed 
by a spiral spring 35 against the eccentric 24. In order to guarantee faultless 
action, oil boreholes 31 can be applied by means of which the lubricants are 
10 supplied. If no valve lift is desired, the rocker arm 2 can be pivoted into the 
region of the cam base circle 21 , e.g. in the case of inlet valves when using the 
engine as a brake. On the other hand it is possible to pivot it into the region of 
the greatest control time 18, e.g. with a lasting full load. 

15 Fig. 2C shows a further side view of the example according to Fig. 2A and Fig. 
2B. Here, the rocker arm 27 is illustrated in connection with the pivotal rocker 
arm 2 and its pivot mechanism, consisting of the guide axis 6 and the guide 20. 
The rocker arm guide 34 and the rocker arm guide 34 and the rocker arm axis 
33 are also shown. 

20 

In Fig. 3A a further example of an embodiment according to the invention is 
also shown. It shows the part of a rocker arm 42 which is located between the 
rocker arm guide 34 and the cam 16. The cam 16 is not variable, as in the 
preceding examples, but conventional in form. Over its whole width, just one 

25 fixed control time can be taken. In order to be able to provide the desired 
optimized control time for every operational state, this illustrated part of the 
rocker arm is equipped with a mechanism according to the invention. This 
mechanism brings about a desired displacement of the cam movement collector 
surface 44 which is attached securely to the transfer element 43 to change 

30 according to the operational state or cam shaft position, and functions as 
follows: On the eccentric 9 which is driven by the eccentric drive shaft 10, a 
transfer cotter 41 scans the movement of the eccentric 9 and transfers it to the 
transfer element 43 on the end of which the cam movement collector surface 44 
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is located. In order to prevent the transfer element 43 from losing its contact to 
the transfer cotter 41 due to the rotating cam 16, a spiral spring 35 is attached 
such that it constantly presses the transfer element 43 onto the transfer cotter 
41" arid so prevents uncontrolled movements of the system. The transfer 
5 element is also attached such that it can move precisely through the guide 45, 
Once again, the eccentric 9 is driven by the eccentric drive shaft 1 0 either 
electrically, mechanically, pneumatically, hydraulically, etc. 

Fig. 3B shows a side view of Fig. 3A with the section A-A.. Here, one can 
10 clearly see the positions of the elements of the system described above, such 
as the transfer element 43, the spiral spring 35, the transfer cotter 44 or the 
eccentric 9 with the eccentric drive shaft 10, etc. 

Fig. 3C shows three different positions of the cam movement collector surface 
15 44 with the same position of the cam 16 so that three of any number of valve lift 
curves can be produced. In the position 46 of the cam movement collector 
surface, the corresponding position of the rocker arm 42 is also shown. 

The arrangement according to Fig. 3A to 3C can also be used as a swing arm. 
20 In this case, the valve shaft end is attached above the arrangement. 

In Fig. 4A the region in which all of the optimal valve lift curves for any 
operational state of any engine are located is marked with X. This region is 
limited by the valve lift curves for the optimal start of the engine with 1 a for the 
25 outlet valve and 1 e for the inlet valve on the one hand, and with the valve lift 
curve for the maximum performance, marked with 2a and 2e on the other hand. 

In Fig. 4B, three different valve lift curves are shown for one and the same 
engine, as is offered nowadays by the tuning industry. Curve a shows a series 
30 valve lift curve for performance in the middle revolution range. The engine 
processes the fuel over the whole revolution range, not optimally, but no 
misfiring or similar occurs. Curve b already displaces the torque into the upper 
revolution range. Curve c displaces the greatest torque into the range of the 
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maximum number of revolutions, and is only suitable for pedigree racing 
engines which are operated almost exclusively in this range. In the upper and 
middle revolution range it is not possible to operate the engine without misfiring 
or similar because the control times have too much overlap, and faultless gas 
5 exchange can not be guaranteed. 

In Fig. 4C, two inlet valve lift curves are shown by 3e and 4e, as produced e.g. 
with the arrangement from Fig. 2A. They are taken arbitrarily from the large 
number of curves to be produced for all operational states for any number of 

10 revolutions. For another number of revolutions, they can change in any way as 
regards e.g. maximum stroke or valve overlap. They work here together with an 
outlet valve lift curve which can also be adapted according to the invention to 
the operational states. It does not matter here, however, whether there is just 
one or several valves , they have among them the same curve for each number 

15 of revolutions which changes according to the operational state, but is then the 
same for all outlet valves. With this arrangement the already described swirl 
movement of the working medium occurs in the cylinders and the combustion 
chambers. 

20 Fig. 4D differs from Fig. 4C in that it is also possible here to control not only the 
inlet valves, but also the outlet valves differently from one another. In this way, 
the intended swirl effect is activated more strongly. 

Fig. 4E shows the main valve lift when using the engine as a brake. The inlet 
25 valves remain closed during all strokes (not shown). After the working stroke, at 
the start of the outlet stroke, the outlet valves open as normal, but with different 
width and duration dependent upon the intended braking effect, as shown by 7a 
and 8a. Towards the end of the outlet stroke, they close once again. At the 
start of the intake stroke they open again, with different width and duration 
30 dependent upon the intended braking effect, according to 6a and 9c. 

In Fig. 4F the possibility of the second opening of the inlet valve during the 
compression stroke is shown. 10a shows a section of the outlet valve lift curve. 
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8e shows an inlet valve lift curve for any operational state. After the lift curve 9e 
has closed again, the inlet valve is opened for a second time, as required, at the 
start of the compression stroke in order to push part of the charge which has 
already been taken in back into the intake system. 



